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The purpose of this journal is to record accurately 
and in simple terms, the tl!.!orld's progress in scientific 
knuwledge and industrial achievement. It seel.s to 
IJrl1sent this information in a form su readable and 
readily understood, as to set forth and emphasize the 
inherent charm and fascination of science. 

Larger Ships-Longer Piers 

T HE War Department may as well try to 
. stern Niagara or set back the clock, as to pre

vent the extension of the steamship piers of the 
city of New York a little farther into the Hudson 
River to provide suitable accommodation for modern 
steamships. The jealous care with which the army 
engineers protcct the public waterways against 
private encroachment is one among many com
mendable evidences of the unshakablc fidelity with 
which this fine body of men has ever fulfilled its 
trusts. The soundest principles, however, may 
sumetimes be too rigidly applied. We believe this 
matter of pier extension is a case in point. To set 
a limit Upull the length of the New York piers is 
arbitrarily to set a limit to the steadily increasing 
size of the ocean steamship. This would be to 
arrest a material development which is taking place 
in accordance with a broad fundamental law that 
underlies the whole question of transportation, 
whether on land or sea. 

If the motives which prompt the construction of 
such giant ships as the "Olymp'c" .and "Titanic" 
were merely of a spectacular or advertising char
acter, the War Department might be justified in its 
refusal; very properly holding that the interests of 
the public in a great national fairway are a vastly 
superior consideration to the mere commercial 
rivalry of a few steamship companies. The secret 
of the large ship, however, lies much deeper than 
this. It is due to the fact, well understood by all 
students of transportation, that the larger the single 
unit, whether it be freight car, motor truck, or 
river or ocean steamship, the smaller the cost of 
transportation of a given number of passengers or 
bulk of freight. To this, in the case of the steam
ship, may be added the important fact that the 
larger vessel is always the more comfortable and 
ever the more proof against disaster. 

A few years ago, when the "Lusitania" was· mak
ing her early voyages, the writer happened to be a 
fe"llow passenger with the builder of that famous 
ship, who was making the trip for observation of 
her performance. In reply to a question as to 
whether the expected advantages due to the great 
size of the vessel had been reali7.ed, the answer was 
given that the results had exceeded expectations, 
and that if the piers and channel depths were 
available, the orders for new ships of the lar�est 
dimensions would specify a minimum size of one thou
sand feet. 

Had Nature drawn the lines of New York harbor 
upon a less generous scale, the objections of the 
War Department to gOO-foot piers would be more 
to the point; but, as we .havc shoVin elsewhere in 
this issue,ulllong the five principal ports of tlIt: 
world, in respect of t.lw widtll of its fairwHv all(l 
the ample room for the maneuvering of ships of 
large size, N ew York stands in a class by itself. 
As a matter of fact, the new piers could be made 
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one thousand feet in length on the Manhattan side 
of the river, and still leave a width between oppo
site pierhead lines that would be over 25 per cent 
greater than the width of the next la:ogest channel 
among the leading ports, that of the River Mersey 
at Liverpool. 

The Need of Fog Investigations 

ANYONE who has experienced a genuine 
"London particular," with its paralyzing ef
fects on everybody and everything except the 

gas and electric lighting companies, realizes how im
portant a part is played by fog in the economy of 
the world's metropolis. In fact, throughout the Brit
ish Isles the problem of fog is a serious one, and 
British meteorologists have accordingly paid much 
attention to it. 

Some years ago the editor of Symons's Monthly 
Meteorological Magazine undertook to compute the 
expense for which London fogs were responsible 
during a single season. On a single day of heavy 
fog, one of the London gas companies furnished 
gas in excess of its normal consumption for that date 
to the value of $15,000. Adding the payments to 
other gas companies, extra electric lighting, lamps, 
damage to goods and vehicles, and the loss occa
sioned by the suspension of traffic, it was found 
that the cost of a single day's fog amounted to from 
$30,000 to $50,000. The corresponding expense for 
the whole season was put down at approximately 
$600,000. 

Considering the heavy cost of fog to the British 
taxpayer, it is difficult to understand why the Brit
ish government has not more liberally encouraged 
the scientific investigation of this element and ex
periments directed toward finding the means of com
bating it. 

In 1901 an inquiry into the occurrence and dis
tribution of fog in the London district was begun 
by the Meteorological Council, in response to an 
application from the representatives of various elec
tric lighting authol'ities for special forecasts of fog. 
The forecasts issu.ed from the Meteorological Office 
mention the general probability of fog if the meteor
ological conditions in the south of England are recog
nized as favorable for its occurrence, but more spe
cific forecasts wcre desired with reference to Lon
don, and, if possible, to parts of London. The 
London County Council was asked to contribute to 
the expense of this undertaking, and did so to the 
meager extent of £250. This amount was expended 
in the course of the winter of 1901-1902, and the 
first trustworthy detailed statistics concerning the 
distribution and frequeney of fog in London, and 
the conditions under which it is formed, were se
cured and published by the Meteorological Office. 
The practical results· hoped for could not, however, 
be secured in so brief a period of investigation; 
and as the County Council declined to make a fur
ther grant of funds, the "London Fog Inquiry," as 
it has since been called, was left "a block in the 
quarry." 

The short-sighted action of the London authori
ties in this matter is, unhappily, representative of 
�he attitude of English officialdom toward scientific 
investigation. As a rule, scientific research in Eng
land, when it succeeds in getting official recognition 
at all, is carried on with such slender means as we 
in America would consider about sufficient for sta
tionery and incidentals. The small government grant 
is sometimes eked out with a smaller contribution 
from the British Association or the Royal Society; 
and the fact that, under such coilditions, brilliant 
results are frequently achieved, bears witness not 
only to the genius and industry of English men of 
science, but also to their admirable spirit of self
sacrifice. 

Sir Oliver Lodge is quoted as having said, in a 
recent lecture, that if the British nation would 
grant £100,000 a year to the universities for experi
ment, he would apply electricity not only to acceler
ating plant growth, but to dispersing fog and influ
encing wea·ther in clouds and rain. The experiments 
already made in France and elsewhere in the use of 
Hertzian waves to dispel fog, if not conclusive, are 
at least encouraging; and several other agencies, 
such as jets of hot air, have been applied with more 
or less success to effecting the same purpose within 
a limited area. The problem is, of course, of world
wide interest; as witnessed bv the many accidents 
constantly occurring on the high seas as a result of 
fog, to say nothing of the enormous amount of time 
lost by ve·:ssels �aveling at reduced speed to avoid 
�;l!ch aceidents.·> 1'his subjcct is therefore a legiti
mate field of inquiry for every government that lias 
the machinery of seiPntific rcsearell at its disposal, 
as well as for such non-official institutions of re
search as the Carnegie and the Smithsonian insti
tutions. 
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Power from Solar Radiation 

AN article which we published in our issue of 
January 21st on the subject'of the direct 
utilization of the sun's heat' seems to have 

awakened considerable interest among our readers, 
if we may judge by the correspondence received. 
This correspondence is published separately in its 
regular place in the present issue. The communica
tions received are of varied character, and are in 
part critical. The one which naturally claims first 
attention is a letter from the author of the 
paper commented on, Prof. R. A. Fessenden. He 
draws attention to the fact that Prof. Very in 
the London Philosophical Magazine records the 
attainment, by direct insolation, of a temperature 
of 98.5 deg. C. above the shaded surroundings, 
which is thus very considerably in excess of that 
quoted in the subtitle of our article. We gladly 
take this opportunity of correcting this figure. The 
project which Prof. Fessenden has taken in hand 
is certainly one of peculiar interest, and the results 
of his efforts will be awaited by us and many others 
with much curiosity. It does not seem possible, 
from the data in Prof. Fessenden's original paper, 
to draw any positive conclu�ions.· After all, the 
final, perhaps the only reliable test in such matters, 
lies in actual experiment on a technical scale. Of 
the conditions and results of such test Prof. Fes
senden has ·notgiven sufficient information to enable 
us to follow in detail what has been actually achieved 
at the present time. But the general interest of 
the problem attacked, and the ingeJ!uity displayed 
by Prof. Fessenden in his efforts to wrest an
other victory from nature, and to harness in the 
service of man some of that vast stream of energy 
which we are allowing to go to waste every day
these stand beyond dispute. 

Some Recent Feats of Flying 

IT speaks well for the future of aviation as a 
pr�ctical. art tha.t t�e effor.ts of the airmen are 
bemg directed m mcreasmg measure to the 

accomplishment of feats of a practical nature. 
Particularly meritorious is the work being done by 
Glenn ,H. Curtiss, who recently won the SCIENTIFIC 

AMERICAN Trophy, and his asso;;iates. Curtiss 
seems to be specializing just now in army and navy 
work, and the recent flight of Eugene Ely from the 
aviation field near San Francisco, out over the water 
to the cruiser "Pennsylvania," where he made a 
successful landing on her deck, was one of the most 
difficult and creditable aeroplane performances yet 
recorded. After· luncheon with the officers' mess, 
he gave a dramatic touch to his achievement by 
starting from the deck of the cruiser and· flying 
back to the aviation ground. Naval men will appre� 
ciate the significance of this performance, as bring
ing the aeroplane scout a long step nearer that 
stage of its development at which it can be recog
nized as a reliable and extremely valuable adjunct 
of the scouting forces of a fleet. 

It is conceivable that conditions may exist when 
it might be difficult, or not convenient, for the 
aeroplane to land directly upon the ship; indeed, 
matiy naval men consider that it should start from 
and alight on the water alongside the ship and be 
lifted aboard by the ship's hoisting gear. In calm 
or fairly moderate weather, such starts and landings 
might be made without mishap; but where the sea 
was rough, or even broken by short, choppy waves, 
the present type of aeroplane would find it impos
sible, either to get away from the water, or to come 
down upon the surface without mishap. At the 
high speed necessary for· rising or landing, the 
hammering effect of even small waves would be 
so serious as to wreck the light pontoons or shells 
which must be attached to the machine. On most of 
the days of the year, however, the sea would be 
sufficiently quiet for the purpose; and we note that 
Curtiss, a few days ago at San Diego Bay, success
fully accomplished the double feat of starting and 
landing, rising to about 100 feet above the water, and 
after covering a circuitous route, returning and 
alighting at the very spot from which he started, 
with his machine in perfect control. 

Those of us who believe that among the uses of 
the aeroplane will be that of passenger transpor
tation, will find encouragement in the flight of 
Roger Sommer, the French aviator, who recently 
flew, with six passengers, from Douzy to Romilly 
and return, covering a distance of thirteen miles, 
withont an accidpnt. When we learn, from the cable 
accounts, thitt there was not room for all six pas
sClIgers, alld that two of them "straddled the rUII
ners," we begin to realize what hard usage a well
constructed aeroplane may be put to, and we get a 
hint as to its futur-e passenger-carrying ability. 
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